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Railway Department, Board of Trade, 
Whitehall, 13 March 1845. 

nnHE Board constituted by Minute of the Committee of Privy Council for 
X Trade, for the transaction of Railway business, having had under con- 
sideration the different schemes deposited with the Railway Department for 
extending Railway Communication in Ireland to the north and north west of 
Dublin, have decided on submitting the following Report thereon for the con- 
sideration of Parliament. The proposed lines are the — 

Dublin and Belfast Junction, 

Northern Railway Inland Line (Armagh to Dublin), 

Dublin and Drogheda Branch to Kells, 

Great North Western, 

which are connected with the metropolis of Ireland : 

Ne wry and Enniskillen, 

Enniskillen and Dundalk, 

Belfast and Ballymena, 

Londonderry and Enniskillen, 

Londonderry and Coleraine, 

which have chiefly for their object communication between inland towns and 
their nearest seaports. 

In examining into these schemes, we have derived much assistance from the 
Second Report of the Commissioners appointed to consider and recommend a 
general system of Railways for Ireland, printed in 1838. To them we are in- 
debted for a mass of most valuable and well-arranged information. Since 1837, 
however, when the Commissioners’ inquiries were going forward, commercial 
changes have taken place ; still the Report must, on the whole, be regarded as high 
authority ; and without it we should have found great difficulty in arriving, in 
several instances, at what we consider to be sound conclusions. It is also satis- 
factory to observe that the projectors of the various schemes in Ireland look upon 
the Commissioners’ Report as the most useful guide they could have followed. 

Judging from the Commissioners’ Report, Railways in Ireland hold out no 
prospect of very great remuneration to the projectors : judging from the state- 
ments made by the projectors, considerable profits must be derived from the 
receipts on all the projected' Railways. On the one hand is the weighty argu- 
ment, that if capital be laid out in Railways in Ireland, which cannot command 
a reasonable return, a check will be given to Railway enterprise there, which 
must retard their useful extension. On the other hand, manifold advantages 
are pressed on us as the certain results of Railway communication through- 
out the country. On this portion of the subject we must observe, that while we 
are quite alive to the benefits which will be generally diffused thereby, we are 
not prepared to believe that in many cases the Railway receipts will greatly 
exceed the Commissioners’ estimates, notwithstanding the changes which have 
taken place in the last eight years. 

The traffic cases connected with the various Railway schemes in England 
■which we have examined, have generally been attended by circumstances which 
have enabled us to judge of the probable success of each undertaking. For 
instance, the actual traffic on an existing Railway has frequently guided us^ in 
forming our opinion of the value of an estimate of traffic on a projected line 
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likely to be placed in nearly similar circumstances. But, in Ireland, we have 
had no such help : neither have we had the power of making inquiries to an 
extent that might have tested, in a satisfactory manner, the accuracy of many of 
the statements which we have received. We are, consequently, induced to direct 
the particular attention of the Committee on the Bill to the estimates of traffic 
in each case. 

With regard to the general direction of the leading lines of Railway best 
adapted for Ireland, we are fully disposed to consider the recommendations con- 
tamed m the Report of the Commissioners as of great weight, where the circum- 
stances under which those reoommendations were made, continue unaltered. 

In the present instance, however, of the Railways projected for the accommo- 
dation of the north and north west of Ireland, this is manifestly not the case. 

At the date of the Commissioners’ Report, no line northwards from Dublin 
had been sanctioned by the Legislature, nor was there then any prospect of the 
line from Dublin to Drogheda being brought forward by a private company 
as a commercial undertaking. r 

Under these circumstances the Commissioners, proceeding on the same sound 
and cautious principle which liad induced them to recommend the concentration 
oi the tiaffic of the south and south west of Ireland, upon a single trunk line 
similar to that which was sanctioned last year by Parliament, from Dublin to 
Cashel, adopted a similar principle with regard to the communications of the 
north and north west, and recommended the adoption of a single trunk line 
from Dublin to Navan with branches by way of Cavan to Enniskillen, and by 
way of Armagh to Belfast, with a view to the concentration of the principal 
streams of traffic upon the smallest possible number of miles of new Railway. 

In this view, also, the. Commissioners were very much guided by the belief 
stated in their Report, and founded upon the plans and sections then before them 
that a practicable engineering line could not be found through the difficult 
country between Dundalk and Newry, and therefore that the coast line could 
not be looked to as affording an unbroken trunk communication between Dublin 
and Belfast. 

We have been informed by parties whose authority is unquestionable, that if 
the Commissioners had had before them in 1837, the plans and sections of a 
practicable coast line throughout, such as is now brought forward, their views 
would have been materially modified, and the result of their recommendations 
might have been very different. 

In addition, however, to this consideration, there is enough in the circum- 
stance. of the Dublin and Drogheda line being constructed and in successful 
operation, to alter completely the state of things under which the Commissioners 
made their Report. 

It is. manifest that the same considerations of economy which induced the 
Commissioners to regard favourably the combination of an inland line, which 
then appeared to require the construction of the fewest miles of Railway, now 
weigh in favour of effecting the most important, object., that of connecting Dublin 
with Belfast, by a continuation of the coast line, of which the first and most ex- 
pensive portion of 33 miles from Dublin to Drogheda is already constructed, 
lhe doubts respecting the existence of a sufficient amount of traffic to support 
the inland lines which pass by few considerable towns, and through a district of 
less population, also derive additional strength from the fact which must now be 
assumed, of the existence of a coast line competing with them for much of the 
through- traffic. The views also so properly expressed by the Commissioners of 
the importance of the results depending upon the first investments of capital in 
Railway enterprise in Ireland proving remunerative, tell forcibly against the 
unnecessary adoption of any. line which would have the effect of ruining or 
materially injuring the principal line now in operation in Ireland, viz. the 
Dublin and Drogheda. 

Under these circumstances it is evident that it would be a complete mis- 
apprehension of the arguments contained in the Report, and of the compre- 
nensive views of the Commissioners, to quote them as conclusive under an altered 
state of things, which to such a great extent modifies their application. 

We therefore proceed to consider the different schemes now proposed for the 
extension of Railway communication in the north and north-west of Ireland, 

with 
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” d * *• circumstances under 

. ,Th. e Commissioners’ ^Report has established an important fact, which in con- 
s.dermg the several Railway projects in Ireland, it is necessary to keep n view 

J ‘ h,thert ° merged towards Lublin, P and gold’s 

traffic has drawn towards the nearest or most convenient seaport. 8 

With reference to the district through which the Railways under consideration 
are intended to pass, the Commissioners state that, 

“The population is most crowded and numerous in the counties of Armagh 
Monaghan, and m part of the counties of Antrim and Down. S 

l “, T !l e ““f fT* portion (of the population of Ireland) are better lodged, 
clothed, and ted than the others ; the wages of labour are higher, being on an 
average about one shilling per day; they are a frugal, industrious, and intelli- 
gent race, inhabiting a district for the most part inferior in natural fertility to 
the southern portion of Ireland, but cultivating it better, and paying higher 
rents in proportion to the quality of the land, notwithstanding the higher rate 
of wages. — ( Second Report of Railway Commissioners, Ireland, Part lT) 

„ { |?. e P ro PJ6 e d Dublin and Belfast Junction is an extension of the existi no- 
Dublin and Drogheda line from Drogheda, through Dundalk and Newry.to ioin 
the Ulster Railway at Portadown. Its length is 56 miles 14 chains. On part of the 
line the works will be inconsiderable ; on part of the line they will be heavy and 
costly: on the whole, however, we do not know that the country could have 
afforded a better or a less expensive line. 

To compete with this scheme a project has been started, termed the Northern 
Inland Railway, which takes up the line formerly recommended by the Irish 
Railway Commissioners, from Dublin to Navan ; and from thence it proceeds by 
Armagh to join the Ulster Railway at Portadown. From Dublin to Navan, by 
this line, the distance is 28 miles; from Navan to Armagh, 57 \ miles. The 
works would be heavy, and the cost would be considerable. 

The Belfast Junction scheme has this great advantage over the other scheme, 
that it is supported by a powerful existing Railway interest. 

Assuming, however, both to be substantial and bond fide schemes, we find that 
the Dublin and Belfast Junction is in all respects to be preferred to the Inland 
line. As regards the town of Belfast, by the Dublin and Belfast Junction, the dis- 
tance to Dublin is above eight miles shorter than by the Northern Inland line. 

The Dublin and Belfast Junction has already 33 miles made, viz. from Dublin 
to Drogheda, leaving 56 miles to be made: the Northern Inland would have 85 $ 
miles to construct. 



The cost of the Dublin and Belfast Junction will be probably 700,000 l . : the 
Northern Inland would probably cost 1,200,000 1. 

The population of the country through which the Dublin and Belfast Junction 
would pass from Dublin to Portadown is stated to be 79,468 : the population 
through which the Northern Inland would pass, having the same termini, is 
stated to be 39,265. 

The Dublin and Belfast Junction proposes to pass through the important 
towns of Drogheda, Dundalk, and Newry. The Northern Inland would not 
pass through any town of importance between Dublin and Armagh, except 
Navan. 



Between Belfast and Dublin, the through traffic by the Dublin and Belfast 
Junction, combined with the local traffic, does not promise a greater return than 
per cent, on the outlay. The Northern Inland with scarcely any local 
traffic would not be likely to pay even its working expenses. 

On these public grounds we are of opinion that the Dublin and Belfast Junction 
is preferable to the competing scheme. 

The Great North Western Railway, commencing on the north side of the 
city of Dublin, is proposed to pass through the towns of Navan, Kells, and 
Virginia to Cavan. 

It is 70 miles 11 chains in length, and has a Branch to Trim Smiles 61 chains 
in length. On the whole the works may be considered light, and, compara- 
tively, inexpensive. The line is the same with that marked out by the Com- 
missioners in their Report on Irish Railways. The promoters of the project have 
intimated their intention of proceeding at a future period to Enniskillen, if 
their line be made. 

To occupy part of this district also, a Branch from the Dublin and Drogheda 
up. Railway 
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Railway is projected, 28 miles in length, which, commencing at Drogheda, 
passes through Navan, and terminates at Kells. 

The Great North Western Railway and the Branch to Kells must be considered 
as competing lines. 

We have already ventured to draw attention to the fact that passenger traffic 
in Ireland has converged towards Dublin ; goods traffic has always found its 
way to the nearest or to the most convenient seaport. We believe that, unless 
the passenger traffic be combined with the goods traffic, lines of Railway in 
Ireland cannot at present be maintained ; and we may add, that unless the goods 
traffic be fostered as much as possible, Railways in Ireland will by no means 
effect that amelioration in the condition of the people which is looked forward to 
as the result of well-combined Railway communication in that country. 

In examining the Irish Railway Commissioners’ Report, to which we have 
referred, we find that the passengers, by regular conveyances from Cavan, going 
towards Dublin, are not considerable ; at Kells they increase ; and from Navan 
to Dublin they are greater still, but not equal to the numbers of those going 
into Dublin by the main roads from Drogheda, Leixlip, or Naas respectively ; 
while the stream of goods traffic from Kells and Navan together, to Drogheda is 
greater than to Dublin. 

If the line through Kells and Navan to Dublin were made, the two former 
towus would be debarred from access by Railway to their nearest sea-port ; and 
all external supplies and internal produce would necessarily pass through Dublin, 
or would continue to be carried as they now are, by the carts of the country’ 
between these towns and Drogheda. If the Branch only were made, a reasonable 
accommodation for passengers to Dublin, and the best accommodation for goods 
traffic to the nearest sea-port, would exist. 

We have very great doubts that the proposed line from Dublin to Cavan 
would be at all remunerative. We think that the Branch line from Kells to 
Drogheda, in connexion with the main line from Dublin to Drogheda, might 
be, to a certain degree, remunerative, and it would be efficiently worked. B 

With reference to this subject we beg- to repeat what we stated in our Report 
on the Kentish and South Eastern Railway schemes. 

. “ An established Company, which has a valuable property and large available 
income independent of the new scheme, can, of course, offer a guarantee for the 
fulfilment of all that it undertakes to accomplish greatly superior to that of any 
new Company, however respectable.” " J 

This consideration derives great weight from the experience which has been 
already afforded of the failure of many new Companies to accomplish the objects 
for which they were incorporated. We need only refer to tiie instances of the 
Eastern Counties Company, which was incorporated as a line from London to 
Norwich, and has never yet been carried beyond Colchester; of the Northern and 
Eastern, which for many years stopped short of Cambridge; and of the Great 
North of England, which abandoned a portion of its line between Darlington 
and Newcastle. fo 



“ The traffic of a system of lines connected with one another can always be 
worked more economically and conveniently under one uniform management 
than by independent Companies.” 

“ An established Company can always, if so disposed, offer guarantees and 
advantages for a greater extent of Railway than the new Company; viz. for the 
existing as well as the projected lines. When the existing Company is already 
in possession of the principal trunk of the district, the advantage of securing such 
guarantees for the whole system, rather than for only a small portion of° it is 
rendered more apparent.” r 

Though the Dublin and Drogheda Railway has not been open for any length 
ot time, the traffic lias been conducted in a satisfactory manner ; great accom- 
modation lias been given to the public, and the fares charged have been very low. 

A disregard of the interests of Railway Companies already established in 
Ireland, and of the capital invested in them, would give a great shock to the 
confidence in the security of the investment, which is now for the first time 
operating to induce persons both in Ireland and England to embark in Rail- 
way projects m Ireland. 

KidTf ^ lere ^ re s ubtrri t that there are strong public grounds for preferring the 
RaRwa^ scheme ^ Dublm and Dr °g he(ia Railway to the Great North Western 
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Newry and Enniskillen Railway. — Enniskillen and Dundalk Railway. 

These two Railways are nearly identical from Enniskillen as far as Clones, 
where they diverge ; From thence, 

1 st. The Enniskillen Railway Company propose to carry their line through 
Monaghan and Armagh, to meet the Ulster Extension in that city, and from 
Armagh to continue the line to Newry. We may term this, for brevity and 
distinction, the Newry scheme. 

, 2d. The Enniskillen and Dundalk Company propose to go in almost a straight 
direction to Dundalk, by Newbliss and Castle Blaney, connecting Monaghan by 
a branch with the main line at Castle Blaney ; and this project we may call the 
Dundalk Scheme. 

In judging of the merits of these two schemes, we must repeat, that through- 
out Ireland passenger traffic has converged towards Dublin ; it is clearly shown 
on the Commissioners’ traffic map, and the reason obviously is, besides that city 
being the capital, it has afforded the shortest and most frequent communication 
with England. 

On the other hand, goods and produce are generally sent to the nearest 
seaport for shipment. 

While the map referred to shows the passenger traffic between Enniskillen 
and Dublin to be more than that between Enniskillen and Belfast, and Newry 
and Dundalk together, it also shows that these three last-mentioned towns have 
drawn all the goods traffic, within a reasonable circuit, to themselves, instead 
of its going to the metropolis; and since 1837, when the map was made, this 
has been more decidedly the case. 

The great object, therefore, to be attained is to give to the north and north 
west of Ireland such Railway accommodation as shall, at the smallest outlay, pro- 
vide for the combined transit of passengers and goods towards Dublin and 
towards the east coast. 

In considering these schemes we suppose that the line from Cavan to Dublin 
will not be made, and that complete and direct communication between Dublin, 
Dundalk, Newry, and Portadown, will be established by the construction of the 
Dublin and Belfast Junction Railway. 

The Newry scheme opens outlets for the produce of the county of Fermanagh 
and the north of the county of Monaghan, by the ports of Belfast and Newry, 
and gives a very direct communication between Armagh and Dublin for pas- 
sengers ; but if it be carried into effect, to the exclusion of the Dundalk 
scheme, the passenger transit of the North Western Counties towards Dublin 
will be circuitous, and the county of Fermanagh will be barred from its nearest 
port, which is Dundalk. 

On the other hand, if the Dundalk scheme only be adopted, the produce of 
Fermanagh and the north west could not reach Belfast except by a circuitous, 
and therefore expensive route, and consequently would be confined to Dundalk 
for its outlet ; though passengers towards Dublin would be carried more directly 
by it than by the Newry scheme, which would necessarily take them round by 
Armagh. The Newry scheme leaves Monaghan without access to Dundalk,’ 
except by Armagh and Newry, and the Dundalk scheme cuts it off from Belfast, 
except by a circuitous route. The Branch from Monaghan to Castle Blaney, 
as proposed by the Dundalk. party, is objectionable from its direction, because it 
would only serve the town of Monaghan. The portion of the Newry scheme 
between Armagh and Newry is objectionable, as it would not only be difficult of 
construction, and very costly, but it would prove a competing line with so much 
of the Dublin and Belfast Junction as will be made between Newry and Port- 
adown. Moreover, the traffic is doubtful; and we believe that, if the line were 
made, it would only produce the effect of dividing between both the traffic which 
is not likely to be more than would afford remuneration to one line only. 

It is necessary here to notice the proposal of the Ulster Railway Company to 
complete their line from Portadown to Armagh. In the year 1836 they obtained 
their Act for the whole line between Belfast and Armagh ; but owing to circum- 
stances which it is not our province to enter into, proceeded from Belfast no 
further than to Portadown. A new survey has since been made ; various altera- 
tions and improvements have been effected on the original plan ; and as Parlia- 
ment has already sanctioned the general proposition of making such a line, we 

x , 0 B cannot 
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cannot doubt that what the Ulster Company desire to obtain will now be 
granted. 

It being clear that these projects 'possess within themselves elements to form a 
comprehensive and complete scheme for supplying the district with abundant 
Railway communication, by combining those parts which are manifestly useful, 
to the exclusion of those which we have stated to be objectionable, we have, after 
much deliberation, decided on recommending for the consideration of Parliament 
a general measure which shall be adapted to the circumstances of the district, and 
at the same time be based on the best portions of the two projects in question. 

In order to give to the inland counties an access to the important town and port 
of Belfast, it is necessary to retain so much of the Newry scheme as will accom- 
plish this purpose ; and to supply the means of transit of goods and agricultural 
produce to Dundalk, as well as of passengers to Dublin, it is necessary to retain 
much of the Dundalk scheme ; while at the same time due regard must be had to 
the convenience of the town of Newry, which, though situated on the projected 
line of the Belfast Junction Railway, cannot be omitted in arrangements which 
will materially affect its commercial prosperity. 

We are therefore of opinion, that this general measure might be carried out in 
the following manner : — 

Both Companies to combine in constructing, and afterwards in working, the 
line from Enniskillen to Clones ; but as the portions of the two schemes between 
Enniskillen and Clones are not exactly the same, that one of the two which on 
the whole appears to be the best, to be selected for this purpose. 

The Newry and Enniskillen Company to make their line from Clones 
through Monaghan to Armagh, there to join the Ulster Extension Railway, and 
so give free and direct communication to Belfast from Enniskillen and the sur- 
rounding country. 

The Enniskillen and Dundalk Company to make their line from Clones to 
Dundalk, so that the latter shall be available as a port, and so that the passenger 
traffic to Dublin from Enniskillen, and places to the north and west of it, shall 
have the opportunity of coming on the Belfast Junction Railway, at Dundalk, 
and thereby reach Dublin, 

As regards the junction of the two lines at Dundalk and access to the town of 
Newry, such accommodation to be given to the traffic to Newry, both by the 
Belfast Junction Company and the Enniskillen and Dundalk Company, as 
the nature of the ground and the circumstances of the respective lines may 
admit of. 

We do not think it would be prudent, under existing circumstances, to 
recommend the construction of a greater extent of Railway than is comprised 
in the above measure. 

The last scheme, as a whole, appears to us to be the best which may be pro- 
posed ; and we have every reason to believe that the different parties will join 
in carrying it into effect. We are of opinion that these parties will arrange terms 
for this purpose between themselves which may be conducive to their respective 
interests, and which will be such as shall not militate against the public con- 
venience. 



Belfast and Ballymena Railway. 

The object of this scheme is to give Railway accommodation between the 
inland town of Ballymena and the commercial town and port of Belfast. It is 
proposed to pass through the town of Antrim, and to communicate by branches 
with Carrickfergus and Randalstown. Its length is 32m. 78ch. ; the Branch 
to Carrickfergus is three miles; and the Branch to Randalstown is 1m. 75 ch. 
in length. Upon the whole, the works are heavy, and will be costly j A single 
line of Railway only, however, is intended to be laid down. 

The Company undertaking this project have every appearance of stability ; a 
large proportion of the shares are held in Antrim and Carrickfergus ; the state- 
ment of traffic which has been submitted to the Board of Trade appears, as far 
as we can j udge, to be trustworthy, and the district gives a reasonable prospect of 
success to the scheme from its character as a thriving and well-peopled country. 

Ballymena is a large increasing town, where a considerable quantity of linen 
is manufactured ; and its neighbourhood supplies the provision market of Belfast 
With com, pork, butter, &c. 

The 
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The Commissioners’ map before referred to shows that there was a good deal 
of traffic then (ra 1837) between Belfast and Antrim 

We are of opinion, therefore, that there are no public reasons why the proposed 
scheme should not be sanctioned. 



Londonderry and Enniskillen. 

this line is to afford Railway communication between the town 
of Lnmskillen and the city of Londonderry, through the towns of Omao-h and 
btrabane, a distance of about 58 miles ; and to give a Branch to Lough Swilly 
of nearly eight miles more. The line is intended to be single. The advantages 
to be obtained in a national point of view present themselves very forcibly. The 
city of Londonderry is a place of trade, wealth, and importance ; connecting it 
with Dublin, with Belfast, Newry, and Dundalk, must be considered as being 
very desirable. In case of war, the rapid means of conveying intelligence which 
Railways afford, between the great estuaries of Loch Swilly and Loch Foyle, 
and the metropolis, must be advantageous; and, in a military point of view, it 
would be convenient to place the garrison towns of Omagh and Londonderry on 
a line of Railway. J 

The local advantages are manifest. Omagh and Strabane would obtain not 
only a ready access to their nearest seaport, but also to Dublin, and the trade 
from Londonderry would be fed from the country intermediate between the ter- 
mini. If the Railway be made the resources of the country will be developed ; 
the industry of the people called more into action than it is at present, and their 
social condition will be ameliorated. 

On the other hand, the works on the proposed line will be heavy, and when 
the several projected lines, both in Ireland and in Great Britain, likely to 
receive the sanctiou of Parliament in this Session, are in course of construction, 
labour and materials will rise in price, far higher than what was probably 
expected by the promoters when they projected their scheme. It may therefore 
be doubted whether it be possible to construct the works for so small a sum as 
that estimated by the projectors. 

With regard also to the traffic which is said to be likely to come on this line 
if it be made, it is questionable whether it will amount to so much as the 
projectors anticipate. 

On these two points we have not the means of coming to so decided a conclu- 
sion as we should desire ; but upon the relative amounts of cost and traffic will 
the whole question turn. 

In these circumstances, therefore, the only course which we can pursue is to 
direct the attention of the Committee on the Bill to these points ; and if, on inves- 
tigation, they appear to be satisfactory, we believe that no public reasons will 
exist which ought to be decisive agaiust this scheme. 



Londonderry and Coleraine. 

The Londonderry and Coleraine scheme appears under au aspect totally 
different from any other Railway project which has yet come before the Board 
of Trade. The objects of the promoters are two : 

1 . To bank out the sea from the southern and eastern border of Loch Foyle 
by an embankment which is intended to run for the most part at a distance of 
three miles from the shore, in order to reclaim about 20,000 acres of waste land, 
which at high tide is co\ered with water. 

2 . To make a Railway 32 miles 29 chains long, from Londonderry to Cole- 
raine, with a Branch to Newtown Limavady 6 miles 54 chains in length, a con- 
siderable portion of the main line to run along the embankment above mentioned. 
The part of the proposed line which does not run on the intended embankment 
is shown by the section to involve works of no very easy construction, which 
would certainly be rather above than below an average cost; and the embank- 
ments of Loch Foyle in this project are intended to be 19 miles in length, 
besides those of the rivers which pass the line. 

The proposed capital is 500,000 Z., of which sum 300,000/. is to he charged on 
119 . C the 
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the land ; and the remaining 200,000 l. is to make the Railway, on which the 
traffic is to afford a return for the portion so invested. 

Now it is quite clear that the existence of the Railway must depend on the 
powers which may be granted by the Legislature for the reclamation of the land 
If the land were reclaimed, some opinion might be formed as to the necessity 
for a Railway. But now we know not whether even an Act for the purpose will 
be passed. r 

Then the line must of necessity run at a distance of several miles from the pre- 
sent population: it will be some time before any population can creep down to the 
Railway on one side, while the sea must cut off from it all source of profit on the 
other side. The intercourse between Coleraine and Londonderry cannot be suf- 
ficiently great to maintain a line of Railway without any intermediate traffic 
except that which might come by a Branch which is proposed to be thrown off 
to Newtown Limavady, at right angles, leaving the main line about four miles 
distant from the shore, and to be carried that distance upon an embankment 
The Commissioners of 1837 show that but little traffic existed between these 
places : indeed, the rugged country between Coleraine and Londonderry has 
rendered it difficult to be maintained. J 

No national advantage of any moment appears to be offered by this line • noi- 
ls there apparently much local advantage either. Great gain may be shown 
both nationally and locally, as the result of banking out the sea and reclaiming 
the land ; but w ith such an object this Board has nothing to do. If the embank 
meut scheme be a good one it will not need the aid of a Railway project to help 
it, out. If it be not a good one, then the money raised for making the Railway 
will probably be expended on the embankment. A great deal depends on the 
accuracy of estimates in these cases, and it is difficult, if not impossible to make 
even a tolerable guess at the eventual cost of a sea-wall which is of a considerable 
length and exposed to the action of the tide and a river. 

Considering, therefore, that the scheme as a Railway scheme presents no 
national advantage; that it shows no great local advantages; that its cost is 
quite problematical ; that the traffic must be very small ; that if sanctioned now 
it may prevent a better scheme in the district being brought forward at a future 
period, we are ot opinion that public reasons exist which ought to be decisive 
against it. 

In conclusion, we beg to draw attention to the passage of the Fifth Report of 
the oelect Committee ot last year, in which it is stated, in recommending that 
Keports should be made to Parliament by this department upon Railway Schemes, 
that no such Report should be held to prejudice the claims of private persons, 
the examination of which should be altogether reserved to the Houses of the 
Legislature. 

In submitting to Parliament, in conformity with the recommendations of that 
Committee, the results at which we have arrived, with a view to the information 
and assistance of Parliament in forming a judgment upon the Schemes in ques- 
.ion, m so tar as our Report may be available for that purpose, we are anxious 
that it should be distinctly understood that we have arrived at these results 
solely upon public grounds, and to the exclusion of all considerations how far 
such results might require to be modified by a due regard for private rights and 
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C. W. PASLEY. G. R. PORTER. 
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